require an enarmous amount of public education
through cooperative eff orts of planning agendes and
induzty. The public must be informed about the con-
sequenices of laraer scale air quality degrad ation, fraffic
congestion, aciderts and higher costs of goods and
servces if frareportation improvem erts are not made.
On the izmue of comidor investments, LS. DOT repre-
sentatives noted that the Administration’s leadative
proposal s for surface fransportation leadat on contain
furding for trade corndors ard freight projects trough
regonal coalitors for economic developrnent,
althou gk privately-oured ral comidors rernain inehable
for Federal furding for infrastructure impravements.,

The impaortance of formal educaton programs
addrezang freight fransportation and intermodal prac
tices also was raized at the regional meetings, [ndustry
representatives acknowledaed thatfew univeraties
have programs dealing with trarep ortation, logshcs,
and freight market dyhamics. Most people who cur
rerdly are employved in e intermodal 1vdusty came
up through the ranks |n the future, ports and the
trarcportation entties that serve them are going to
rieed a more structured approadh in developing highly
qualified people. Ihoreased emphags needs to be
placed on logistics to teach woung people how to build
and operate irtegrated fangportation sesterns. The
work done in the freight fransportation industry is
topically conducted without the gereral public havng
any idea about what goes on tvough these operations
ot in these fadlites, or how it affects e, During
the meetings, USDOT representatives poirted out that
the Dep artment has =2t an education goal to inform

1 million woung people about trarep ortation and teckr
nolooy career opportunities

Issue Area—+FPlanning

Corference participants felt that a sesterns view of
planning to addresz megaships was appropriate.
Sttendeesfelt that there are two differing planning
proceszes that have to be resolwed—>5State plarners
topically have a 5- to 10-wear plarning honzon, while
the cperatng honzon of a carner iz typically of shorter
rarge. Longer range planning iz uasally not shared
with port service provders. Somehow these plarning
and operating honzon discrep ancies must be
recorgiled.

From a plarner’s point of vew, current ard pro-
posed lemdative programs that would fund intermod al
projects do not have enough morey. The States are
concertied that they wall have less flenibility and less
rmoney for freight projects that are essental to te
econonmy because other program s for public frarait,
bicycle paths, dermonstration projects, and the like wall
dilute funding  Mary States don't have matching funds
to make adequate use of Innovative financng tech-
niques, such as State [frastucture Banks, so projects
aet postponed for wears. Furthermore, some projects
are constrained because of State laws that earmnark fuel
tan moneys for highwaws ard Hgwweass only. 8 nurm-
ber of particpants at the regonal meetngs saw cppor-
tunities in exp anded p artrering and cooperaton
between ports ard te military The military has assets
that are useful commercially and militarily, a2z do ports,
Dep artment of Defense representatives commented
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that the military’s Transportation Command
MRAMSCOM) haz aninitative to determine if the
ports would be interested in shared use of military facil-
ites in exchange for agreements to hardle the mili-
tary'z needs for fraining exercizes or in tmes of natiorr
al emeraency. These participants noted that the infra-
structure required to handle megaships appears to
highly compliment the infrastucture for military
deplovment South &dantc ports like Charleston and
Mofalk are conadenng the shared use of military facil-
ites Inthe Gulf regon, Gulfportizlocking at a part
nership with the military to develop an inland inter
modal faclity that also would serve az a stagng base.

There were a rumber of paricpants in the reaonal
meetrrs that arqued that the Federal Government
should not be in the buaness of targetng national
investrnerit in areas such as port developrient because
these faality operators respond o local and market
driven izsues. Otber participants noted that public)
prAvate partmerships ik planning and irvestment are
aood, but they can blur the ines betaeen the requl ator
and the requlated. |1 then becormes difficult for Feder al
and State agencies to requl ate prvate sector partrers
because they have different rales and differert goals
The private sector’s goal 1= to profit and arow, while
the public sector 15 coreerned about en=uring the pub-
lic good. Corference participants offered that Federal
agendes could make a agnificant cortribution to plarre
ring effarts by sharing suocess stones of publicf private
partnering o that ey can be copied.

Issue Area—Fort Capacity

The four regonal meetings qenerated a aanificant
armount of discusaon about transp ortaton swstem
capacity, how to defire it and how to determing bows
rmuch capacity was needed.  |n general, reducing corr
tainer dwell time by one half will increase terminal
capacity buofold. Cortairer dwell firme 1n LS. ports
averages b to 8 daysiin some placesitis 30 days) and
irn rail intermodal terminals itis 1-1)2 0 2 days.
Feducinig dwell irme can effectvely increase port
capacity because storage area becomes avail able for
increazed handling

Wirtually all of the meetng partidp ants agreed that
there iz reserve capadty in U3, ports, but thiz capadty
could not be tapped under existng operating practces
nak 15 it necessanly compatible with the cap acity of
apportng landade fansportation networks. Furdher
capacity enharcements would be posable trough
operational changes auch az warking on weekends, but
these changes are not without their costs. The sched-
ule urder which carao iz unloaded iz a quiding factor
and carao peaking ussally iz factored into shipping
lires” ship call stratemes. The dvnamics of what cargo
aets prionty loading iz 2 senatve ard very politazed
iS50 .

The iz of why lengthy duell tmes occur iz more
comples than the ample metics of tme ard mpeed.
Some shippers duell containers in a port because it
doea't cost them anvthing to store them there. Dusell
trmes also vary from port to port as a reflecton of
modal mplits. Ports that rely more on highweay trans
port of containers terd to have higher dusell tmes,
while ports with on-dock or rear-dodk rail servce terd
to have lower duwell imes. K the modal splits are
chanaed to reduce duwell ime, then terminal operatiors
to handle troughput are changed.

Moving more freight to ral inoreases terminal
capacity, Orrdock ral fadlites were seen az one effec
tve strateay for dealing with port terminal z with corr
strained throughput because such fadlites take
traffic off congested city streets surrounding te port
and putitorto rail. Reductore in dravage, hardling
costs, franat imes, and on-ate storage are the reasons
for having ral cornectiors to the dock. & recent
Man tirme Sdmini stration study fourd that amultareous
interchange between container ships and container
trainz could achieve a 305 cost savings in operating
EHp RIEES,

The terrninals are deplowing techrolomy to speed
trucks hvough dearance processes. Information sy
ternz provde up-to-the-minute iMformation uang fiber
optic swsterns and computer character reading tednal-
oy to read tags on movng vehides, ard thiz has
increased termival tvoughput dramatically. The
terminal operators are motivated to increase their
throughput because i1 means they can handle more
buaress ard do =0 at lower costs. Efficient gate
aysterns are crucial to overall port efficiericy

Izsue Area—intelligent Transporiation
System Applications

Commerts were made at every regonal meeting that
applicatiors of Intelligert Transportation Swstern s T3
technolomies could help achieve areater port terminal
efficiencies. Mariime industy representatives noted
that recent research has shown that ports could reduce
the aize of teir terminals by almost 30 percent f corr
tainer information could be managed better B ary
port afficial s commented that they have had intear ated
ITS systerns for some tme, but problens anse due to
incompatibility between modal and custorner systerns
uzing transponders and reader techndomes. For
erample, sywsterns utilized by rucking companies are
totally different from those used by ports. Many peo-
ple in the private sector felt that there wall be rapid
deployrent of TS once the compatibility isaues are
resolved.

The commerdal market has technolozy available
today that allows trucks to move from State-to-State
and can track carzo electonically. Techndomes allow



IT 5 Technologjes

= Radio Frequency = Automabed equipment
*Global positioning systems - Yisual magng

= ¥ei ght-in-mnodion = Terminal operalions

= Bectronic datainterchange - Load planning

for fracking the intermodal movernert of contairers to
rermote distribution points. Rail data sesterns are
rather sophisticated compared to those in the tucking
industy. Several particpants chaerved that 938 percend
of all LS. rail cars have radio idertfication techrolooy
(ransponder tagsd onboard. It was posable to incorpo-
rate this techholosy into equiprnent natonwade
because the railroads have an organization (Sesociation
of Brmerican Railroads) that mard ated that tagzbe
used ard supervized the fanaton. Speakers observed
that there 12 no omrnibuzs organization in e shipping
industy to mandate that amilar acions be urdertaken
for manre containers.

Gome of the attendees raised the countetpaint that
while wirtually all railcars in the LS. have been
equipped with fransponder tags only 35 percent of
the readers have been deploved. The dow rate of
deplovment reflects, in part, a lack of industry interest
it the compreherave monitoring of rail freight move-
ments. & equally dow rate of Electronic Data
Irterchanae (EDD deplovment for aeneral intermaodal
cantainer movernerts could be encountered because
riat all shippers would see the reed o track all contain-
etrz—empecially thase that contained caraoes that were
of low value aor not ime serative. EDI iz enpenave,
cach shipper wants EDI information tailored to their
patticular operation, ard a number of meeting partic-
parts doubted that shippers would payfor it Shippers
interested in EDI reed to tap into carrier data bases for
individualized service. EDI berefits ocean, rail, and
motor carfers to contral bookings, container move-
ments, ete. allowing custormers fo share subsets az 3
byproduct |t was suggested that shippers would know
that f they waited urtil the carviers deploved the new
techhologies, then they can reap the berefits without

Intermodal Information Technology
Advances in S5eamless Service

= Miderange radical customer service improvenents
are being implmented.

= True in-transit visibility information [RFAE]ran
monitonng ] will become widespresd.

= Inteqgration with customer logistics systems
[contract logistics]is the goal and is sometnes
mandabed.

making the investmert "While tracking the movement
of containers during international fransport was seen to
have certain benefits, there were fewer benefits szen in
domesticusers paving for this service or the cost of
secun by meazures for these swstem s

Issue Area—Dda Needs

The regonal meetngs generated discusaon on sew
eral problems associated with current fransp ortation
data. Ore of these problems involved the extent to
which data should be relied upon to completely and
acourately cap ture the dvnamics of the marketplace.
Macrcrecoromic numbers lack senatvty to near-term
fluctuationz in the marketplace and carnot predict
nuarces of consumer demand and aupplier response.
Thiz problem izfurther comp ourded by a frustrating
lack of compreherave, real-ime iformation. Market
analysts at the regonal meetings observed that there
are more current data for international frade than there
are for domestic trade flows at the aubregonal level.
These problems were encountered in making projec
tons of future trade flows for LS. ports uang 1995
data and asmuiming urcorstr ained circumstanoes Q.e.,
ports respond to market demands with unlimited
capacity, no recessons or market douwnturng, eto).

Meetng particpants also asked eracty bow informa-
tion would be used to plan for frarep ortation irvest
ments and operatons, gven that these needs vaned
armong differert users. Carriers, Custorns Servce
agents, and port operators have different information
reeds regarding cortairer contents, their arnval and
departure schedules, dwell tires, points of pick up and
delivery, etz., but there 1= sl the challerae of develop-
ing an integrated suwstern that can address all of #ese
information reeds. For erample, bow do these parties
find out who filled ard sealed each container? If prob-
lerns anize, howe can it be tracked back o the depot
and qet a depomtion of wiere the box ariginated?

O ther comments noted that commercially useful data
may, oF may not be useful planning data ard that
there are major problems in making information that
shippers oF carriers view as proprietary avalable to
public agercies for planning purposes,

Meetng partcpants zaw litle movement towards the
intearation of divergent informaton systems. When
conadering | andade and manre transp ortaton opera-
tons there iz ore set of core information that the
ports use, a second et of core irformation that the
truckers use, a third set of core information that the
railroads use, afourth set of information that each
customner uses, and a ffth set that the trarep ortation
agency uses, Each user wants to dhoose bz own aub-
zet of informat on from all of these sets Wien this
information iz processed uang equally unique sets of
legacy hardware and software svsterns, it becomes
almost imposable to frandate this information. The



Irternational Stard ards Organization has recommend-
ed ED| formats, but there hasz been no final agreement
on standards. Recent advarces in electronic com-
merce ard doing buaness over the Internet had
promise for the future.

Issue Area—ilabor

Farticipants at all of the regonal meetngs comment-
ed that while techndozcal advarces may offer the
potental to inorease capadty the ability to use this
technd omy may be compromized. More specfically,
labor ard management may be unable to agree on
deploving certain techrologes Inmary other coun-
tries, management can amply elect to employ ime
and labor zaving techhndoges In the LS, regotia-
tions betueen labor and management often must take
place first before the technolozy can be deploved.
[rdu sty representatives observed that techna oxy
deplovment requires conaderation of labor, i costs,
and the availlability of illed labor Stendees noted
that rew information sesterns may provde opportuni-
ties for ircreaang efficiency but they amply couldn’t
throw technology at problems without conadering the
implicatore for labor. To be compettive, industy
mu st find the balarce between labor and techrolooy.

For emample, applicatiors of advanced Global
Fogtioning Swstern, on-board mapping and electronic

driver lozs are placing increasng demands on tuck dri-

vers to the paoint where they need mpedal fraining
bevord that reeded to amply operate a truck. &nd
these technological innovatiors are being introduced at
a time when the motor carfer industy is short of
silled drivers. But such improvemerts are necessary
it light of resporses to survess of commercial motor
vehide operators that routinely find that waiting in
lires at intermodal terminal s iz a major complaint of
drivers ance many divers are paid ona pertrip baasg
drivers wart to dive—not waitin lire. Tedhmalooy
deplovments all share the common goal o reducing
paperwork, but require educational programs o be
effective.

Atterndees at the regonal meetngs observed that
uniore are very senatve to automated hardling of
cargo, and autom ation dictates a number of changes
Some work rules are andent and contracts have o be
neaot ated that reflect current techrolooy in the mar
ketplace. Mary ports are trang to eliminate double
hardling by eliminating the part of restin fansferving
cargo bebueen modes. Ports also are locking into
combining " local” lozals 50 contractual discusaons and
wiork: riles are less fragmented.

Fort representatives identified the aperatonal con-
flicts that reault when carriers request that their ships
be worked arourd the dock when they are at berth,
but ports can't keep their gates open arourd the dock.
Those atterding the regonal meetings zaid that a

chanae in the thinking of union leaders waould be
required if the uniors are going to dhange their wavs
of doing buaness, just as the ports are doing Meetng
partdpants obzerved that uniore reed o be aware thal
zome labor rules could cost the ports and their workers
buzress that will be lost to foreian ports.

The port representatves noted that teir buaress
would dhange dramatically f steamship ines bean to
operate seven days a week. Today ports have weekly
or biweekly vessel callz—if this atuation changes to
daily ship calls pors may have to ask carviers to rede-
ploy or adjust their ship calls. Ports have burdreds of
milllices of dollars ih assets in their faclites, but can
uze thern only certain hours of the day, and are forced
to expard capacity because their productvity iz 20 low.
Ship activities g0 on arourd the dock, but landade
actvities are limited due to labor contracts and the high
cost of overime pay. Port official s saw some nak in
erten g into labor cortracts with provaores for
erparded hours of operation on te dhance that ship-
pers wll pay more for around the dock servce. In the
opinicn of these official 5 the shippers currently seem
to be geting the level of serace they want to p ay for

From labot's perspectve, there was general corsen-
=z at the four regonal meetings that changes in how
ship s are loaded and how containers are processed will
require new working relatonships betueen Federal off-
cials, port management, labor, and the motor carrier
and rail industries. Mew solutions and work requlatiors
carriot be top-down dedaors, but wall require partici-
paton ard inputfrom all partes involved inthe ded-
aon, induding labor The union representatives also
erdorsed the views of local officialz ard port managers
that transportation management practices must
become more efficient if portfacilites ard other com-
ponients of the transportation sestern are to be able to
meet dermands of irereased freight flows

Urnion representatives zaid that the rew tedhrologes
and rapid cargo hardling needed o service larger ships
wdll Fequire new and more advanced skill sets among
dockade workers. Ihereasngy, these mpecialized dock-
ade jobz will require the “raht’ person to be fourd for
the tazk (zuch as crare operators) which raises the
izsue of where will these workers be found and who
udll train them. Adequate preparation and deplovment
of tese workers becomes a critical issue to a port
ramping up for megaship service. While new operat-
ing strategies will move areater volumes of containers,
labor representatives cautioned that worker safety could
not be compromised.

Issue Area—Regulations

Meetng partdparts pointed out that intermodal
choke paints are ot just techndogeal, insttutional, or
operatonal—there are alzso requl atory impediments
Farticip ants ch zserved that the zame amount of effort



heeds to g0 into captunng efficiencies through stream-
lirirng ard amplfvng the requlatory process as through
techhaomcal ard insttutonalf operational improve-
ments. Unless some reaulatory impedim ents were
resclved, those attending the regonal meetings felt thal
ro major efficiencies will be gaired in intermodal transz
port no matter how many improvem erts are made in
other areaz. Regulatory changes may have to parallel
the reed for facility development in response to markel
dernards

Tranzp artation oficial s also saw impediments in
comples regulations for making improvem ents o Land-
ade conrectors to ports. Urder provaores of the
Irtermodal Surface Transp artaton Eficiency Set of
1991 —and prar to the Mational Highway Syestemn
DeaanatonSet of 1995 MHSDE), LS. parts
acoessed furd s through the Congestion Mitzation/Sir
Quali b CMALD) program. & large number of ports
are rotin rorrattairmnent areas for air quality confor
mity, which makes them ineligmble to receive CHMAL
funds. Meeting atterdees were frustrated by the diz-
conrect bebween fanmpartation policy staternents that
erdarzed the need for intermodal infrastructure irvest
et that would fadlitate freight movernerts and the
lack of funding authon by and reaul atory streamlining
that make auch irvestments difficult

[t should be noted that 4he MHSDA identfied 240
maring terminal conrectors to the Mational Highweay
Swstern. This total indudes the deaanation of 104
maring termiral conrectors named in the &et and an
additional 136 connectors identfied in the comprehen-
ave 1996 report aubmitted to Corgress by the
Department entifled "Fulling Together. The Mational
Highreay Svstern and its Cornections to Major
Intermodal Terminalz™ While statuz az 2 deagnated
conrector does not quarantee funding, it does provde
opporurities for accesang Federal-aid funds

Ferhap z the most daunting reaul atory burdlez—and
ares that were raised at each of the regonal meet
ingz—were the requl atiors pertaining to dredaing.
Daing the required environmental analvses and plan-
ning for a dredaing permit request can sometimesz be a
very lenathy process in the United States, and confer-
ehice attendees uraed that wavsbe fourd to speed up
the process. These requl atiors and testing require-
ments have their bags in erwirormental protect on
standard z establizhed in law by the Corngress of the
Urited States, spechically in Section 404 of the Clean
Water St of 1972 and Section 103 of the Manre
Frotection, Research and Sarctuaries Bet of 1972, as
armnended.

Faort representatives believed that the process for
secuting dredaing permits was mived in issues o palit-
cal influence and approprations. The particpants felt
that when politics are introduced and market realities
are ignored, the evaluation systern breaks down ard
wortwhile investments are impeded. Comments

noted that the & rmy Corps of Enaineers aoes through
an exterave feazbility shudy before acting on permit
requests, and this can take a conaderable period of
trme when comples issues are irvolved. When franz
portation official s bear about developments like the
coming of megaships, a conaderable amount of tme is
required to do the necessary planning and secure the
requisite permits before improvements like dredaing
canbe made. Even after the Corp s develops its infar-
matice, meeting attendees felt that the political debate
fails to @ve it adequate conaderation in the decizion
making process. The Corps has ponted out however,
that in Fizzal Vear 1997 the Corps completed about
S0 percent of indivdual permit actiors wthin 120 daws
and, when bothirdividual and general permit actors
are conadered, over 90 percerit of these actors were
com pleted wathin B0 days,

I addressng issues related to dredaing, itis impor
tant to note the distinctons between the two bazic
Federal dredarg programs managed by e Corps (1)
rew constucton (e, the dredaing of a deeper chan-
rel depth for a project, and (2 mainterance dredang
fdredaing to maintain exising project depths, induding
ermergency dredana) and the requlation of non-Federal
dredang actviies, such as berthing areas and noe-
Federal chanrels. Projects wathin these programs are
evaluated and authorized {or approved) under different
procedures, and the Federal program s are funded from
separate appropriatons accounts. These distrctons
and the recent progress made by Federal agercies in
cooperatng with vanou s dredang stakeholders, will be
chtcal elermerts in future disouzaore of dredaing
iz es.

Ore of the requlatory impedimerts cted during e
remonal meetings was the JoresAct The Jores At
requires that vessels moving cargo between tuo LS.
points be LS. built, flagged, and crewed. Cargo trare
ported by water betueen tuwo Canadian ports must also
a0 on a Canadianflagaed ship. Respordents alzo felt
that tax levied against carao handled by LS. ports
zerved to divert freight to Canada, which does not have
a Harbor Mairtenarce Tax. They believed that the
market will find inefficiencies wherever they enist and
find wavs to avoid them.

Fepresentatives fram the USDOT = Martirne
Administ ation have met wath various public ard pna-
vate stakeholders to disouss and identify the potential
causes of cargobeing diverted from U35, ports to near-
by Canadian ports. Sade from noermn al marketplace
decidons, concerns mertoned focused on dredang
and the impact of the Harbor Mairtenarce Tax, (The
Jones St was rever raised as a posable cause of
cargo being diverted to Canadian ports, although it was
cited az a posable incentive in the development of a
potental Caribbean megapaort to feed LS. ports)
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Port Perspective

Urited States ports are govertied by a variety of public entities (State, bi-State,
or local government agences) but they operate more like private sector buaress-
ez While mary public ports are striving to become financially self-afficient most
reczive some form of asastance from their governing body because of the eoor
nomic benefits and jobs derived by the local and regonal community from port
actvity Although irdivdual ports are agaresavely seeking new buaness cpportu-
nities, many ports recognize te reed for regonal cooperation and partrerships
with other elements of the distribution dhain because shipper routing deciaons are
bazed on ther total needz—hoth cost and servce.

Az public entities that are beld acoountable for their peformance, port repre-
seritatives recogrized that thew needed to doa better job of aupplvng the infor-
mation that goverrment official z reed to make the transportation investments
that are zo oritical to ports. Every portreports to a higher governing authority
and that authority must urderstand the agnificance of the jobs that are tied 1o the
port'z operatons. Port representatives pointed out thatif they did not acourately
antcip ate market developments and made the wrong dedaon o a major invest
ment the mistake could impede the port's developmentfor 20 wears or more, &
major port could be relegated to miror port status due 1o bad decigons

Forts representatives acknowled ged the danger in thinking that if rmegaships are
constucted they must automatically add infrastructure cap acity to their port
Forts urged caution in investment in megaship infrastructure, empecially for those
ports that were likely to be feeder ports. Carriers were seen az being likely 1o
natrow their choices to only two o three ports on each LS. coast On the ques
ton of whether cariers would be likely to share in the cost of infrastructure
investments occagored by their vessels, port officialz noted that carners have not
paid their full zhare of portirfrastructure improvements to date, nor do ship
ourers tpically corsult with ports on long range plarning for port infrastucture.
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Atterndees at the regonal meetngs were very inter
ested in finarcing mechanizms that could azast ports in
making the infrastucture irvestments required by
changes in ship deaan. Parbdpants believed that
Federal measures to provide oredit erhancement could
enitall meazures auch as grant set-aades that iImprove a
portz oreditrating.  These aedit erhancem ents were
viewsed az parboulady useful for larae projects that have
port related project consequences bevond a State’s
li it

Steamship Line Perspective

I an era of ircreased competton, fewer finand al
resources, rew enrormental requl atiors, heightened
safety awareress and a constrained irfrastructure, car
riers ard ship pers are turning to new strateges to
meet marketplace demands. Carviers are under
tremendou s pressure to differertiate their servces to
make them more competitive agairst their rivals
Restucturing services and targeting rew markets have
created an erwirorment of corstant chanae for many
portf terminal relatiorehips. Carriers have plans on
servoe vessel deplovment strategies and routes, but for
obvousz reasons of compettve advartage they don't
make these plare public. The carriersfind it to be to
their advartage to plav ports agairet one another on
the enpectation that ports will gve the shipping com-
paries favorable deals and build faalites to develop
emeraing markets,

The carvier industry iz consolidating ard alliarces are
beirg formed at an accelerating rate. Consolidation of
lirer companies ard a reducton in the nurmber of car
riers have boosted the sz and aeographic reach of
the rernaining comp anies. Consdidations and
alli arces have produced economies of scale that indi-
vidual firm s can not reach on their cwn These
economies have helped zave hurdreds of milliors of
dallarz through consdidations of staffs terminals facili-
ties, ard services. This tuaton has forced smaller
shipping com panies into riche markets and forced
some ports out o the running to serve these larger
entities

Thiz in turn has provded ircreased leverage for the
consdlidated companies or alliances to negot ate wath
those ports that can hardle and compete for the
traffic. &z arealt some ports will loose carvier bus-
ness untl they can gain other customers

Military Perspective

I Desert Shield and Desert Storm, the military
expeterced problems in fracdking ard identfung
containen 2ed and rorrcortairerized equipment and
applies that had been deplosed. [tz estirn ated that
during Desert Storrn, betaeen 20,000 and 25,000
containers arvived and had tobe opened to determine
their conterts. The military has realized that if it can

22

gain better control of fradking cortairers, it can better
control its overall logistics Some partidpantsin the
regonal meetings observed that the military brouaht
mary of the problem s uponitself by dedining the offer
of shipping companies to use their landade manage-
mentlirrtrarat viability techndooy that had already been
developed for fracking containers ard their conterts,
Gererally, military documentation on government bills of
ladirng ard tracking svstern s are not comp atible with

com merd al swstermns.

After Desert Shield and Desert Storm, 1itbecame
apparent that the rilitary had a serious logistics prablem
in monitonng the ransport of carao. The dhallenge fac-
ing the military 1= 1o push the masimum amount of mate-
rial through the transportaton pipeline in the shorest
armount of trme. During Desert Shield and Desert
Storm, the military's areatest domest o coretraint was rail
access at LS. ports The military espenerced load cen-
ter congestion ard alack of stamrg area for equiprnernt
auch as tanks ard trucks. Some ports were found to lack
the space that the military needed to stage its equiprnent
The military has the same presaures as commercial irter-
ests do, where tme iz of e esserce and there are enor-
rmous arounts o money ed up in fransp orting goods,

The military has exnamined it loostical reedsfor cargo
tracking ard has determined that itrequires a read) write
standard for trareporder tags as opposed to a read-orly
standard. The military wants to rely onmoving its
freight via public and private camriers, but shares the view
of te intermodal irdustry that there needs tobe greater
intear ation in the information swster.

The Department of Deferse 1= interested 1n geting
ore militans-vizible spystern that iz able to communicate to
all commercial lomstics tracking systernz. The militaryis
orly 5 percent of most LS. flag carriers” buaness and
represenits a minceity share on most rarket routes,
There presently are o plans to construct L3, flag carn-
et megazhips Therefore, the market ultirmatelw may
drive tazaing and tracking techhooges in directors
counter to those that the military would prefer. Such a
developrmert would have the unfortunate cutoome of
separate ard therefore coslly irvestments in tagang and
tracking to serve the individual needs of the military and
the prvate sector.

The Military Traffic Management Command fATHC) iz
responable for moving forces through ports under differ-
et activation scenaros At the national level, there iz a

Memorandum of Understarding O on Port
Fzadiness that establizhes #e National Port Readiness
Metwark., Thiz organization provides coordination and
cooperaton to ensure readiness of commercial ports to
apport deplovments. &1 each strategc deferse port,
representatves of the MO agnatory agercies establizh
local port readiness committees (FRCZ. The PRCs wark
closzely with the ports to ensure preparedness and azast
during deplovments. On a semi-arnual bazs the
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Mantme Sdministraton and MTMC vat the srateac
defense ports to assess port readiress,

Dunrg a deployment the military may require stag
ing area and berthis at the srateqic defernse ports. The
rmilitary typically plans for appropriate staging area and
berth space to accommod ate the amultaneous loading
of three vessels. These requirernents may reduce a
port's ability to meet commercial cargo requirements
and cause commerd al dizupton. The military relies
heavly e the ports for a robust and responave systern
to meet deplowment requirements. The strategic net
wiork of kighweass, railz and ports must be able to
accommodate the deplovment surge.

The Department of Deferee DODY representatives
obzerved that callz to LS. ports by megaships may
provide berefits to the military these megazhips will
require exp anded port cap acity and wall require capaci-
ty improvernerts to higbweavs ard rall lines. Portrep-
resertatives at the regonal meetings pointed o the
vital role that they play in national defense as justfica-
tion for DOD and other Federal azastance in impros
ing tranmportation access to their fadlites Specfically
the ports zaw the reed for Federal investments in
urch shucted rail access, auch az making arade orozang
improvernerts ard eliminatng corflicts betueen freight
and passerger movernerts. Meeting partidpants noted
that az more capacity iz squeezed out of facilities auch
az ports, highwaws ard railroads thisinfrastuchure
haz more limited ability to respond 1o surges on
dernard auch az those caused by seasonal peaks
ratural dizasters, or emergency responses.

Eecent public/prvate partnershipsin the mantime
sector have allowed DOT to asa=st DOD ik their con-
tingeney shipping meeds. The Waluntary Intermodal
Shipping Sareement (V15380 15 the mechanism under
which carfiers provide ongin-tordestination fransporta-
ton during military cortingency The companies in
WIES offer their sophisticated sstern s of in-frara t vis-
hility and worldwide intermodal retworks for DOD use.
I addition, the Marntme Secunty Program J45F) pro-
vide an active privately ovwred LS. flag and L1L5.-
crewed merchant fleet for sealift austairment use. This
10 wear program expands the sphere of particip ation
to a wide mpectum of companies that cperate in
wodwide trades. This diverse mix of ships and
servces gives DOD the ability to fill zaps in aurae
capability

Raikoad Perspective

Marw people at the regonal meetings Aated that the
recent rourd of rail consolidations and mergers wall
allow routing efficienciesfor carriers ard shippers, and
as railroads consdlidate, it may lead to new hubs for
megaships. I afew tuly franscontinental railroads vall
reault from these consolidations and mergers, the
coaztal terminals would become likely cardidates for
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megazhip callz orfeeder port status. Atterdion should
notbe encluavely on direct access by franscortirental
railroads, ance there will sl be the need to have short
haul frains to the feeder ports that wall serve hub ports

The recent rourd of mergers hasz irvdved corader
ahle enpense for the rallroads. Some particip ants at
the meetings questioned whether the ralroads are
likely to have funds available in the rear term to make
large scale imvestrnerts to accommodate port calls by
megazhips. Other particip ants arqued that the cppor
aAte was true—the railroads have to grow their traffic to
pay their billz. Under the latter scenano, the railroads
will have to be more agaresave about secking buaress,
including ary ircreased intermodal traffic that might be
aerierated by the arnval of megaships. The intermodal
freight sector iz an agaresave ard growing market for
railroads today.

Eorder issues ard international competition for
freight transport wall become more comples as rail-
roads become more consolidated. For enample, port
industry representatives pointed out that the Canadian
Matiohal and Canadian Pachic Railroads irvest in
ordock rail, and this type of thirking doean’tcome
from LLS. ral concerns. The ral industy has
ezt ated that azmoary 2z 350,000 containers a wear
destired for Montreal and Halfax could be diverted to
L5, carriers. Port representatives charactenzed the
L5, railroad industry's perspective as™ deliver freight
to the rail terminal o build te rail connectonsfrom
the dodk ard then call us™ Ik terms of overall bua-
ness, the rallroads make more morey hauling coal and
arain, and make comp aratvely less from intermodal
moves of the dodk. Attendees noted that e BMSF
R ailroad has always been agaresave and futures
onerted in developing intermodal service, and their
investrments and operating practces will have a big
impact elsewbere in te industry.

Railroads were characten zed az having an obvious
interestin terminal ismues ard how megaship callz wall
affect their terriinals Imoreases in irterrodal rail
freight lead to longer and more frequent frains on rail
limes, and commurites along these lines are chjecting
to the inoreased train traffic through their neighbor-
hoods. While Federal rail transportation pdicies need
to address community quality of [fe corcerns ard mit-
gating regative impacts of frain operations, railroad
representatives zaid that these policdes must also
address donar and doree questions. Railroads pay
5,55 certs per gallon of diesel fuel and waould like ther
tanes pent onral investments rather than go towards
deficit reducton as part of the Gereral Fund.

Corps of Engineers Perspective
The Corps of Eraireers {Cnrpil_is part of the United

States &rmy and haz a major role in water resources



1’77 Top MNorth Amencan Container Gateways

Ranked by Total TEU and Rall Intermadal TEU Throughput

Miliores
52%% Intermaxdal West Coast)
A (e —
- [] Tomml, TEU
B2 Rail Intermadal, TEU
-
FTT| p———

— 24%% Intermodal {East Coast)

. - r:*:*:*:*:*:*:q -:*:*:*:*:*:*:*

Lorg Bz2ch Tacoma  Mew Jarssy Saanmah

Maw Vork Chadestoniirginia ports' San dmn
Adimore

Soume: 1997 Comsinedsstion lmtemationz] Yesrbeook, Mamh 1297, Por of Tacoms

I:Iaklaru_:l' Jedezarnille Morrzad Houzen

Francsco

poicy by shanng resp oAbl by with ports tor constuct
ing and maintaining charnels, jetiies, urning baans
and other general navgation features. Conaress arants
the Cotps authon by for mantme and navgation charr
rel inprovernents $rough water resource developrient
acts, The Corps does'tinibate projects indep erdent
Iy, but responds to the directve of the Adrministration
and Corgress responding to the requests of States and
local communities. |n addiion to commerd al navga-
tion, the other prority water resources misaons of the
Corps are flood darmage reducton ard the restoration
and protecton of erwirormental resources,

The Corps evaluates water resources projects uang
the “Furciples and Guidelines for Water and R elated
Land Resources Implementaton Studies” which were
established by Enecutive Order in March 19583, The
Frinciples and Guidelines provde a cora sterit analyhc
framewark for evaluating the economic efficiency of
alternatve plans for water resource developrnent
Flanz are compared on the bagz of "willingness-to-
pay’, which reflects the market realiies of our econor
my. Under the Prindples and Guidelines, plansfor
nadzation improvemnent are recommerded for imple
mentation £ they reasonably masimize ret national
economic development benefits and are conastent with
protecting the Maton’s ervrorment
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Furd stor navigaton projects are appropriated tvough
Eneray ard Water Development Spproprations Scts
The Corps atternpts 1o bal ance several high prority inter-
ests and objectves in its budaet recommendatior invest
ment in water resource infrastructure developmentis bal-
anced wath irvestrnent in watershed and other envirore
mental restoration, ard mairtenance/ rehabilitation of
erizing projects iz balanced with construction of new
water resources development projects. Given the Corps”
budget objectves and the realities of budgetary con-
straints, it will be a challenae to continue to operate ard
rmairtain the exising harbor infrastructure while meeting
the reed s for new navigat on irvestment 1n charnel
deepening and widening necesa tated by the new
megaships

The Corps, bowsever, iz committed to contitue 1o
make the navigaton irvestments necessary to keep the
Urited States competitive in wodd trade. This does not
rmearn that every port must have the capability to aczom-
rmodate fully loaded megaships. The Cotps remairs
committed to working with the Sdministraton and e
Corngress o meet nav gation reeds such as deepering
and wadering of navigation dharnels to accommodate
megaships when these needs can be jusified on the bass
of ratonal ecoromie developrnent berefits enoeeding the
costs and there 1= a willing ard cap able non-Federal
partrer,



